he crew originally scheduled for an event had to cancd,

and anewly designated HAC, showing someinititive,

volunteered to get hisfirst HACflight out of theway. |
went along to knock out one of my H2P syllabus hops. It
would bemy fourth flight sinceleaving the FRS.

We decided to fly VFR to Camp Pendleton, shoot
some approaches, then return VFR to North ISand—a
smpleplan. Keeping inmind therelativelack of experience
inthe cockpit, we madeit apoint to discusstheimportance
of aircrew coordination during theaircrew brief.

Theflight to Pendleton went fine. We shot three
approaches, fighting a20-knot left crosswind onfina. We
executed our last missed approach and began our transit
back to North Island. The HAC had flown the last
TACAN approach, and he canceled IFR handling oncewe
wereover thewater. He descended to 500 feet and acceler-
ated to 120 knots before passing methe controlsfor the
flight home. About five seconds|ater, wefelt an unusual
vibration. It started out asalateral one-per vibration but very
quickly developedinto adrameatic vertica vibe, withthenose
pitching plusand minus 10-to-15 degrees. Thevibrations
werefully developed inlessthan aminute.

Immediately after the nose started pitching, the HAC
said, “I havethe controls.” He decelerated, trying to
minimizethevibrations. | didn’t notice much change—the
vibrations became more stable but no lessviolent. Our
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crewman in back was very uncomfortable and asked, “Are
wegonnaland thisthing?’

TheHAC replied, “ Roger, we' regoing for the beach.”

| assumed this meant that we were going to land on the
sand between the water and the cliffs, if we madeit that
far. Theaircrewman wanted usto get down immediately.
After theflight, | asked him how bad he thought the vibes
were. He said that from his perspective, hewaswilling to
set theaircraft inthewater in order to stop vibrating.

After rolling out of our turn pointed at the beach, |
noticed the master-caution light. A quick check of the panel
showed acaution light for the stability augmentation
system. | pointed thisout to the HAC, and he said that he
had rel eased the automati ¢ flight-control systemwith his
cyclic switch, inan effort to troubleshoot our vibrations. It
didn’'tfedl likethishad helped, but theHAC didn’t call for
AFCSto bere-engaged. | assumed that hedidn’t want it
on. Hethen asked meto find the frequency for Palomar
Airport ontheVFR sectional. It was about four miles
inland at our 12 0’ clock. | wasn't ableto read the chart
because of the vibrations. We were now approximately 90
secondsinto the emergency. The HAC told meto switch
theradio to guard just asthe aircrewman asked, “ Arewe
gonnadeclare something?’

TheHAC rogered and made amayday call. | locked
my harness, but | didn’t switch our transponder to emer-



gency. The HAC began shooting an approach to the beach,
steadily descending and dlowing down. It seemed like
forever before someone responded to our mayday, and
when they did, it wasto ask usto repeat it. We ended up
repeating our position threetimesbeforeit got through.
After listening to atape of thetransmission, | can under-
stand why. It was so broken up by thevibrationsthat only
oneinthreesyllableswasintelligible.

Whilethe HAC wasrepesating himself over theradio, |
looked down at thewater and wondered if | wasgoingto
need my HEEDSbottle. | began calling out our atitude,
using theradar altimeter, to back upthe HAC. | could barely
focus on the needl e because we were bouncing around so
much. | found out later that he either didn’t hear me or was
concentrating on the approach so much that my callsdidn’'t
register. Aswe neared the beach, we could see dozens of
peopleenjoying the beautiful day. | began flashing the
searchlight to get them to move, but it wasn't working. At
thispoint, wewerejust looking for aclear spaceondry land.
Theaircreawman caledfor usto land in aparking lot that he
remembered, but neither of ussaw it up front.

To our surprise, thevibrationslessened considerably as
wegot into ground effect at 40 feet. The strong windsout of
the north definitely hel ped keep usintrandationd lift, andwe
started an air taxi. We were about 20 yardsfrom the beach,
and the hdlicopter was behaving almost normally. Webriefly
paused to reassess the Situation. A divided highway ranalong
the cliffs bordering the beach. The HAC continued air
taxiing toward it asthe aircrewman and | called positions.
The carsthat had been heading toward us stopped when
they saw that we were going to land. We made ano-hover
landinginacloud of dust.
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One of the hydraulic linesleading to amain-rotor-
blade damper had ruptured, allowing thefluid for al four
dampersto bleed out. The outcome could have been alot
worse, especidly if wehad landed our 18,000-pound
helicopter in the soft sand at low tide. Four aspects of
ACT had helped usavoid that conclusion: decision
making, adaptability and flexibility, situational aware-
ness, and communication.

Instead of turning immediately toward land, we could
have continued on our way, trying to troubleshoot the
problem. Who knowswhat partswould have shaken
looseif wehad tried to fly home? When the vibration
levels decreased as we entered ground effect, we had
another chanceto adapt our plan. We went from concen-
trating on saving ourselvesto also saving the aircraft.

| had made alot of assumptions based on my assess-
ment of the situation. | should have beentaking to the
rest of the crew moreto make surewewereall seeing
the samething. We communi cated well when deciding
what to do about the problem, but we didn’ t re-engage
the AFCS after turning it off to troubleshoot. | don’t know
if it would have made adifference in how the helicopter
wasflying, but the systemisdesigned to decrease pilot
workload. When deciding exactly whereto land, the flow
of information from the pilotsto the aircrewman could
have been better. | assumed | knew what the HAC
meant when he said we were going for the beach. It
turnsout | wasright, but | could have made sure. Situ-
ationa awarenessiseven moreimportant in an emer-
gency, and counting on being lucky inthisprofessionis
not agood idea. =

Ltjg. Younce is the ground safety officer for HSL-47.




